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ANNUAL  REPORT. 


Pursuant  to  the  provisions  of  the  charter,  the  President  and 
Directors  of  the  Baltimore  and  Ohio  Rail  Road  Company  here¬ 
with  submit  to  the  stockholders  a  statement  of  the  affairs 
of  the  company  for  the  year  ending  on  the  30th  September, 
1837. 

First: — Of  the  Main  Stem,  to  its  present  termination  at  Har¬ 
per"*  s  Ferry ;  and  of  the  Washington  Branch. 

The  receipts  and  expenditures  of  the  company  during  the 
year  are  shewn  by  the  annexed  statement,  prepared  by  the 
Secretary,  marked  A;  to  which  is  subjoined  a  summary'  state¬ 
ment  of  the  company’s  affairs  from  the  inception  of  the  worli, 
to  the  same  date,  and  also,  of  the  receipts  and  expenditures 
since  October,  1835,  when  the  last  dividend  was  declared, 
which  is  marked  B. 

Besides  the  annual  receipts  from  the  use  of  the  roads,  the 
last  statement  includes  the  full  payment  of  the  subscription  by 
the  State  and  City,  and  also  the  payment  of  eighty  dollars 
per  share  of  individual  subscriptions^  but  necessarily  excludes 
two  instalments  of  each,  due,  respectively,  on  the  30th 

of  September  and  30th  of  October.  After  the  payment  of 
these  two  instalments,  there  will  remain  of  the  capital  uncall¬ 
ed  for  $15  per  share,  being  the  balance  of  the  subscription  by 
individuals,  and  amounting,  in  the  aggregate,  to  the  sum  of 
$450,000. 
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In  connexion  with  the  accounts  here  presented,  it  is  proper 
to  remark  that,  although  in  the  month  of  April  the  charges 
for  passengers  and  transportation  were  increased,  under  the 
authority  of  an  act  passed  at  the  last  session  of  the  legislature, 
the  increase  in  the  annual  revenue  has  not  entirely  realized 
the  anticipations  of  the  board.  This  result,  it  is  presumed, 
is  ascribable  to  the  failure  of  the  crops,  and  the  serious  inter¬ 
ruption  in  the  general  business  of  the  community  ;  which  have 
been  equally  operative  in  other  parts  of  the  country. 

From  the  statements,  it  will  appear  that  the  amount  of  ex¬ 
penditure  in  the  construction  of  the  Washington  Branch,  ex¬ 
ceeded  the  amount  of  subscription  $115,768  17,  thereby 
increasing  the  capital  to  the  sum  of  ^1,615,768  17;  and  that 
this  excess  was  temporarily  supplied  from  the  revenue  receiv¬ 
ed  from  that  road. 

It  will  also  appear,  that  of  the  receipts  from  the  Washing¬ 
ton  Branch,  after  deducting  $115,768  17,  already  applied  to 
construction,  there  will  remain  a  surplus  of  $36,128  82;  of 
which  ^13,516  89  belong  to  the  other  stockholders  of  the 
Washington  Branch,  and  must  be  refunded  by  the  main  stem. 

Excepting  the  deep  excavations,  and  a  few  miles  between 
Bladenshurg  and  Washmgton,  which  continue  to  settle,  the 
Washington  Branch  is  in  good  condition.  The  business  upon 
this  part  of  the  road,  also,  is  steadily  increasing,  so  that,  after 
the  amount  of  capital  is  finally  adjusted,  the  annual  surplus 
hereafter,  may  be  regularly  divided  among  the  stockholders. 

To  the  amount  of  the  revenue  required  for  construction 
of  the  Washington  Branch,  the  board  deem  it  an  act  of  duty, 
and  equitable  to  the  stockholders,  to  increase  the  capital  by 
the  addition  of  a  sufficient  number  of  new  shares,  to  be  dis¬ 
posed  of  to  the  stockholders,  including  the  main  stem,  at  the 
par  value. 

It  will  be  perceived  from  the  statement  marked  B,  that  the 
cost  of  construction  of  the  main  stem  exceeded  the  capital 
paid  in  previous  to  this  date,  $202,968  94.  This  excess  was 
supplied,  first,  by  $61,200  of  the  million  loan,  reimbursable 
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on  the  1st  day  of  January,  1854;  and  secondly,  by  the  notes 
of  the  Company  to  the  amount  of  $141,768  94.  The  latter 
will  be  paid  by  the  two  instalments  payable  on  the  30th  of  Sep¬ 
tember  and  30th  October,  amounting  together  to  $150,000; 
leaving  a  balance  of  $8,231  06  applicable  to  other  demands. 

It  will  also  appear  that,  including  the  interest  paid  upon  the 
loan  on  account  of  the  subscription  to  the  Washington  Branch, 
and  the  amount  of  the  revenue  from  that  road  applied  to  con¬ 
struction,  the  expenditures  on  account  of  the  main  stem  have 
exceeded  the  income  from  other  sources. 

It  is  proper  to  observe,  however,  that  the  surplus  revenue 
hereafter  to  be  received  from  the  Washington  Branch,  not  be¬ 
ing  required  for  purposes  of  construction,  will  be  divided,  and 
the  share  of  the  main  stem,  to  that  extent,  meet  the  future 
payments  on  account  of  interest. 

Of  the  previous  expenditures  it  will  be  perceived  that  the 
principal  items  consist ; 

1.  Of  the  expenses  of  transportation^  including  fiiel^  and 
the  use  of  horse  power  at  the  depots  in  Baltimore ^  and  at  the 
planes  at  Parras  Spring  Ridge. 

2.  Of  repairs  of  the  road,  including  materials  and  labor. 

3.  Of  construction  and  repairs  of  machinery^  burthen  cars, 
and  of  the  locomotive  engines. 

4.  Of  the  interest  j^aid  on  the  loan  for  the  subscription  to 
the  Washington  Branchy  and  on  the  anticipated  instalments  of 
the  State  and  City. 

The  expenditures  for  repairs  of  the  road,  and  works  con¬ 
nected  with  it,  have  been  unusually  large  during  the  past 
year,  in  consequence  chiefly,  1st.  Of  the  condition  of  the  new 
Viaduct  at  Harper’s  Ferry,  which  in  the  month  of  May  last 
was  found  to  be  so  defective  in  the  masonr}^,  as,  in  the  opinion 
of  the  chief  engineer,  to  require  a  re-construction  of  the  prin¬ 
cipal  foundations  ;  2dly.  Of  the  necessity  of  an  immediate  re¬ 
newal  of  more  than  eleven  miles  of  the  track  beyond  Fllicott’s 
Mills,  directed  in  April  last,  and  now  completed  ;  and  3dly. 
of  the  general  unsound  condition  of  the  road,  which  has  been 
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found  in  a  state  greatly  to  increase  the  cost  of  repairs,  and  in 
fact  to  require  renewing  throughout  the  greater  part  of  the 
line. 

Under  these  circumstances  the  necessity  of  adopting  means 
for  reducing  the  current  expenses,  and  of  resorting  to  the  re¬ 
maining  capital  for  the  purposes  authorized  by  the  charter, 
become  too  urgent  to  admit  of  greater  delay. 

With  this  view,  the  repairs  and  operations  upon  the  road, 
during  the  latter  part  of  the  year  have  been  confined,  as  far  as 
practicable,  to  a  single  track;  and,  it  is  believed,  without  in¬ 
jury  to  the  business. 

The  board,  also,  at  their  stated  meeting  in  July  last,  ap¬ 
pointed  a  committee  consisting  of  five  members,  who,  with 
the  President,  are  instructed  fully  to  investigate  the  affairs  of 
the  company  ;  to  inquire  into  the  practicability  of  reducing  the 
expenditures ;  and  of  providing  an  efficient  and  economical 
organization  in  all  the  departments. 

The  committee  have  been,  and  are  yet,  diligently  engaged 
in  the  duties  assigned  them.  Their  attention,  among  other 
important  objects,  has  been  promptly  directed  to  the  mode  of 
constructing  and  repairing  the  machinery  employed  ;  to  the 
comparative  economy  and  advantage  of  wood  and  anthracite 
coal  as  fuel  for  the  locomotive  engines  ;  to  the  best  and  most 
economical  mode  of  overcoming  the  elevation  at  the  Planes, 
so  as  to  avoid  the  detention  and  expense  at  present  incurred 
at  that  point ;  and  to  the  most  expedient  mode  of  reconstructing 
those  parts  of  the  road  which  require  to  be  renewed.  They 
are,  moreover,  devising  a  system  of  superintendence  and  man¬ 
agement,  in  order  to  insure  the  utmost  accountability,  econo¬ 
my  and  efficiency.  These  measures,  aided  by  the  experience 
and  improved  knowledge  which  have  grown  up  since  the  en¬ 
terprising  projectors  of  the  road  commenced  their  undertaking, 
it  is  supposed,  may  lead  to  a  considerable  reduction  in  the 
annual  expenditures. 

It  is  only  just  to  state,  however,  that  the  success  of  any 
system  of  economy,  must  absolutely  depend  upon  a  prompt 


and  complete  renovation  of  the  unsound  parts  of  the  road, 
upon  some  plan  which  shall  advantageously  combine  strength 
and  durability. 

Althouo'h  the  orio^inal  construction,  under  the  circumstan- 
ces,  and  with  the  knowledge  then  possessed,  may  have  been 
the  best,  subsequent  experience  upon  this  road,  and  the  pro¬ 
gress  of  improvement  elsewhere  have  shewn,  that  a  different 
mode  should  now  be  adopted.  It  has  become  obvious,  more¬ 
over,  that  to  continue  the  repairs  of  the  road,  upon  the  present 
plan  of  construction,  and  in  its  actual  condition,  will  expose 
both  the  road  and  the  machinery  employed  upon  it  to  even 
greater  dilapidation  ;  and  by  a  fruitless  expenditure  of  the  an¬ 
nual  receipts,  and  an  improvident  creation  of  additional  debt, 
render  the  prospect  of  future  dividends  still  more  contingent 
and  remote.  Nor  ought  it  be  disguised,  that  it  will  not  be  pos¬ 
sible,  by  the  ordinary  perishable  repairs,  for  any  length  of  time 
to  preserve  the  road  in  a  condition  to  be  used;  and  that  any 
longer  delay  in  adopting  an  improved  plan  of  permanent  re¬ 
newal,  must  be  attended  with  the  most  serious  consequences. 

For  such  reconstruction  as  the  board  may  ultimately  adopt, 
that  portion  of  the  capital  yet  unpaid,  furnishes  the  readiest 
and  most  certain  resource. 

It  will  be  obvious,  from  the  previous  observations,  that  the 
current  revenue  would  not  be  adequate  to  the  purpose ;  and 
in  the  present  state  of  the  company’s  affairs,  it  is  not  suppos¬ 
ed  that  proper  reliance  can  be  placed  upon  loans.  Indeed,  if 
it  were  practicable  to  obtain  the  requisite  means  by  loan,  it 
w^ould  be  attended  with  a  heavy  charge  of  interest,  without  a 
correspondent  advantage ;  so  that  a  resort  to  the  remaining 
capital  not  only  becomes  necessary,  but  will  ultimately  prove 
most  beneficial  to  the  stockholders.  It  will  not  merely  save  the 
accumulation  of  new  interest,  but  relieve  the  revenue  from  that 
with  which  it  is  now  burthened  to  the  State  and  city,  upon  the 
anticipated  instalments,  and  from  the  weight  of  annual  and  per¬ 
ishable  repairs,  upon  an  imperfect  road.  The  annual  receipts 
being  liberated  from  these  charges,  the  surplus  should  there- 
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after  be  distributed  among  the  stockholders,  which,  however 
small  it  may  be  in  proportion  to  the  capital,  will  be  preferable 
to  an  indefinite  postponement  of  a  dividend  upon  the  instal¬ 
ments  already  paid. 

It  will,  of  course,  be  the  duty,  and  is  the  intention  of  the 
board,  to  require  the  payment  of  the  remaining  capital  at  such 
times,  and  in  such  sums  only,  as  will  produce  the  least  incon¬ 
venience  to  the  stockholders,  consistent  with  the  exigencies  of 
the  work. 

If  the  foregoing  statement  of  the  company’s  affairs  and  of 
the  causes  which  prevent  an  immediate  dividend,  should  oc¬ 
casion  present  disappointment,  they  ought  to  create  no  dis¬ 
trust  of  the  future.  A  prompt  application  of  the  unexpended 
capital  to  a  permanent  reconstruction  of  the  road  will  remove 
the  chief  ground  of  expenditure ;  and  with  an  income  cer¬ 
tainly  to  be  realized,  and  an  economy  thereafter,  entirely  prac¬ 
ticable,  other  difficulties  must  disappear. 

The  president  and  directors,  therefore,  see  no  cause  for 
abatement  of  zeal  in  the  prosecution  of  the  important  objects 
committed  to  their  management,  nor  for  a  diminution  of  con¬ 
fidence  in  their  ultimate  success. 

Second. —  Of  the  extension  of  the  Road  to  the  Ohio  river. 

The  president  and  directors  have  the  satisfaction  to  state  that 
the  reconnoisances,  and  preliminary  survej^s  from  Harper’s 
Ferry  to  the  Ohio,  referred  to  in  the  last  annual  report,  have 
been  completed ;  and  that  in  the  month  of  December  next, 
the  results  may  be  presented  in  such  form  as  to  enable  the 
board  finally  to  decide  upon  the  proper  location  of  the  road. 

Meantime,  the  reports  of  the  engineers  hereto  annexed,  dis¬ 
close  the  important  and  gratifying  fact,  that  no  doubt  exists  of 
locating  a  route  to  the  Ohio  river,  presenting  no  serious  impe¬ 
diment  to  the  successful  accomplishment  of  the  undertaking. 

The  expectations  of  the  public  in  the  seasonable  consumma¬ 
tion  of  this  great  enterprise,  ought  therefore  to  receive  new 
encouragement ;  and  it  maybe  sufficient  to  state  that  the  pre- 
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sident  and  directors  are  only  waiting  for  the  necessary  calcu¬ 
lations  and  estimates,  to  adopt  the  most  suitable  route ;  and 
to  prosecute  the  work  with  a  zeal  proportioned  to  its  magni¬ 
tude,  and  with  all  the  despatch  which  the  means  at  their  dis¬ 
posal  will  permit. 

By  order  of  the  Board, 

LOUIS  McLANE,  President, 

Office  of  the  Baltimore  and  Ohio  Rail  Road  ) 

Company,  October,  1837.  5 
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STATEMENT 


OF  THE 

RECEIPTS  AND  EXPENDITURES 

OF  THE 

BALTIMORE  AND  OHIO  RAIL  ROAD  COMPANY, 
For  the  Year  ending  30th  September,  1837. 


The  Company  have  received  two  instalments  on  its 

Stock,  of  each,  _  -  _  .  $150,000  00 

They  have  received  for  sales  of  horses,  -  -  5,808  87 

And  for  the  transportation  of  passengers  and  mer¬ 
chandize,  -  -  -  _  _  -  301,301  39 


Making  in  all. 

And  they  have  expended  as  follows,  viz: 


$457,110  26 


In  the  construction  of  the  Bridge  at 

Harper’s  Ferry,  ...  $23,450  60 

Railway  tracks,  -  -  -  -  5,301  14 

Right  of  way  and  damages,  -  636  41 

Surveys  of  the  different  routes  to  the 

Ohio  river,  ....  43,505  30 

Real  estate  and  improvements  at  Depots,  13,367  86 
Locomotive  steam  power,  -  -  23,751  43 

Burden  cars,  .....  21,207  04 
Passenger  cars,  ....  301  97 

Contingencies,  •  -  -  -  75  00 


Making  -  -  -  $131,596  75 

There  have  also  been  expended  for 

Transportation  expenses,  $137,535  34 
Repairs  of  railway,  -  96,441  13 

Repairs  of  locomotives,  19,979  78 
Repairs  of  burden  cars,  22,148  06 
Repairs  of  passenger  cars,  1,757  47 
Repairs  of  depots  and  water 
stations,  ...  725  14 
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Repairs  of  Harper’s  Ferry- 

Viaduct,  -  -  -  5,596  34 

Interest  on  the  million  loan, 
and  on  the  State  and  city 
anticipated  instalm’ts,  &c.*  63,021  99 
Office  expenses  &  salaries,  4,941  29 

Making  -  _  .  352,146  54 

And  in  all  expended,  -  -  $483,743  29 

Shewing  an  over  expenditure  of  -  -  -  $26,633  03 


■*  Of  this  amount,  ^‘56,328  are  paid  on  account  of  the  stock  held  by  the  main 
stem  in  the  Washington  Branch  road  ;  whose  revenue  for  the  year,  it  will  be 
observed  below,  is  J^160,327  81,  and  against  which  expenses  are  chargeable, 
amounting  to  $■93,200  46,  leaving  a  surplus  on  account  of  revenue  of  $67,127  35. 
If  this  amount  should  be  divided,  the  share  of  the  main  stem  would  be 
$42,012  77,  which,  going  against  the  item  of  interest,  would  reduce  it  to 
$21,009  22. 

Secondly — 

The  Washington  Branch  Road,  from  which  the  re¬ 
ceipts  for  the  transportation  and  merchandize  have 
amounted  to  $160,327  81 

Out  of  which  the  following  expenses  have  been  paid,  viz: 

For  graduation,  -  -  -  -  $31,465  95 

Railway  tracks,  switches,  turn  outs,  &c.  475  42 

Right  of  way  and  damages,  -  -  791  24 

Real  estate  and  improvements  at  depots,  1 ,439  47 
Machinery,  and  burden  and  passenger 

cars,  ------  12,185  61 

Contingencies,  -  -  -  -  438  78 

Making  -  .  .  $46,796  47 

There  have  also  been  expended,  as  follows, 

Bonus  to  the  State,*  -  $33,248  33 

Transportation  expenses,  30,196  88 
Interest — Elkridge  landing 

bridge,  annuity.  See.  1,968  58 

Office, expenses  and  salaries,  4,893  57 
Repairs  of  railway^  -  9,934  93 

Repairs  of  locomotives,  -  8,516  56 

Repairs  of  depots  and  water 

stations,  -  -  .  103  60 


Repairs  of  burden  cars,  -  1,876  11 

Repairs  of  passenger  cars,  2,461  90 

Making  -  .  .  $93,200  46 

And  in  all  expended,  -  -  $139,996  93 


Leaving  a  balance  of  -  -  -  -  -  $20,330  88 


J.  I.  ATKINSON,  Secretary. 

Office  of  the  Baltimore  and  Ohio  Rail  Road  > 

Company^  1^^  October^  1837.  \ 

*  The  bonus  to  the  State  is  payable  semi-annually  in  January  and  July,  and 
the  amount  stated  above  is  for  the  year  ending  in  July.  In  last  year’s  report 
a  calculation  was  made  of  the  sum  due  the  State  for  the  months  of  July,  Au¬ 
gust  and  September. 


[B] 

SUMMARY  STATEMENT 


OF  THE  AFFAIRS  OF  THE 

BALTIMORE  AND  OHIO  RAIL  ROAD  COMPANY, 

On  1st  October,  1837. 


The  Company  have  received  for  stock,  exclusive  of 

the  instalment  payable  on  30th  Sept.  1837,  $3,400,050  00 

And  they  have  expended  on  account  of  construction 
of  the  road,  including  real  estate  and  depots,  loco¬ 
motive  steam  power,  burden  and  passenger  cars, 
and  an  item  of  $43,115  14,  called  “deferred  in¬ 
terest,”  .  3,603,018  94 


Showing  an  over  expenditure  on  account  of  capital  of  $202,968  94 
Of  which  has  been  borrowed  from  the  million  loan 
created  to  pay  for  the  stock  held  by  the  main 
stem  in  the  Washington  Branch  road,  but  not  re¬ 
quired  for  that  purpose,  owing  to  individual  sub¬ 
scriptions,  to  this  amount;  and  reimbursable  1st 
January,  1854,  61,200  00 

Leaving  a  balance  to  be  paid  out  of  the  instalments 
of  $2^  each,  payable  on  30th  Sept,  and  30th  Oc¬ 
tober,  respectively,  -  .  -  _  .  $141,768  94 


The  revenue  of  the  main  stem  is  credited  with  re¬ 
ceipts  since  the  last  dividend  was  made,  1st  Oc¬ 
tober,  1835,  $583,318  22 


Against  which  go  the  following  charges,  to  wit : 

Transportation  expenses,  including  fuel, 

&c.  -  -  -  -  - 

Repairs  of  railway, 

Repairs  of  locomotives. 

Repairs  of  burden  cars. 

Repairs  of  passenger  cars,  - 


$265,903  62 
149,303  22 
27,530  43 
38,167  24 
4,051  33 
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Repairs  of  depots  and  water  stations,  725  14 

Repairs  of  Harper’s  Ferry  Viaduct,  5,596  34 
Interest  on  the  million  loan,  and  on  the 

State  and  city  anticipated  instalm’ts,*  142,220  24 
Office  expenses  and  salaries,  -  -  10,114  59 

Making  in  all  expended,  -  -  -  643,612  15 

And  shewing  an  over  expenditure  of  the  revenue  of  $60,293  93 


*  It  is  proper  here  to  remark,  that  of  the  item  of  interest,  amounting  to 
$142,220  24,  $112,656,  are  paid  for  interest  on  the  stock  held  by  the  main 
stem  in  the  Washington  Branch  road.  That  if  the  main  stem  should  be  cred¬ 
ited  with  its  proportion  of  $151,896  99,  (which  is  shewn  below  to  be  the  sur¬ 
plus  revenue  of  the  Washington  Branch)  amounting  to  $95,067  26,  there 
would  be  a  surplus  of  $34,773  33,  in  place  of  an  over  expenditure  of 
$60,293  93 — And  consequently,  when  the  main  stem  shall  receive  stock  in 
the  Washington  Branch  equal  to  the  sum  required  for  construction,  its  means 
will  be  increased  to  that  amount. 

Secondly. — As  to  the  Washington  Branch,  Avhich 

has  stock, . $1,500,000  00 

And  there  have  been  expended  in  making  the  road, 
and  in  real  estate  and  depots,  locomotive  steam 
power,  and  burden  and  passenger  cars,  -  ], 615, 768  17 

Which  shows  an  over  expenditure  on  account  of 

capital,  of . $115,768  17 

The  revenue  of  the  Washington  Branch  stands 

credited, . -  $338,661  66 

Out  of  which  the  following  expenses  have  been  paid,  viz  : 

Bonus  to  the  State,  one-fifth  of  the  re¬ 
ceipts  from  passengers,  -  -  $64,282  09 

Expenses  of  transportation,  including 
fuel,  &c.  -  -  -  - 

Interest,  -  -  _  »  _ 

Office  expenses  and  salaries, 

Repairs  of  railway,  -  .  _ 

Repairs  of  locomotives. 

Repairs  of  depots  and  water  stations. 

Repairs  of  burden  cars. 

Repairs  of  passenger  cars. 


186,764  67 


56,769  35 
19,452  26 
9,886  34 
14,679  86 
13,491  18 
141  65 
2,345  27 
5,716  67 


l^Iaking  in  all  expended. 
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And  shewing*  a  surplus  revenue  of  -  -  $151,896  99 

Of  which,  has  been  expended  for  purposes  of  con¬ 
struction,  as  above, .  115,768  17 


And  the  residue  has  been  used  by  the  main  stem,  $36,128  82 


J.  I.  ATKINSON,  Secretary. 

Office  of  the  Baltimore  and  Ohio  Rail  Road  ) 

Company^  1st  October,  1837.  \ 


EIGHTH  ANNUAL  REPORT 


OF  THE 

CHIEF  ENGINEER  OF  THE  BALTIMORE  AND  OHIO  RAIL  ROAD. 


Engineer’s  Office,  Baltimore  and  Ohio  Rail  Road, 

Baltimore,  October  31,  1837. 

To  Louis  McLane,  Esquire, 

President  Baltimore  and  Ohio  Rail  Road  Company. 

It  is  deemed  expedierA  on  the  occasion  of  the  present  annual  re¬ 
port,  to  direct  my  rem.arks  chiefly  to  the  operations  in  the  field, 
having  for  their  object  the  extension  of  the  rail  road  from  Harper’s 
Ferry  to  the  Ohio  river;  and  I  am  happy  to  say,  that  all  the  pre¬ 
liminary  surveys,  considered  to  be  necessary  to  a  definitive  desig¬ 
nation  of  the  route,  have  been  completed.  These  surveys  were 
commenced  in  the  spring  of  1836,  and  brought  to  a  close  in  the 
present  month.  During  the  progress  of  the  surveys,  several  exam¬ 
inations  of  a  character  more  or  less  extensive  and  important  were 
had,  tending,  in  some  cases,  to  limit  the  field  of  instrumental  ope¬ 
rations,  whilst  in  others,  the  effect  was  to  enlarge  them.  To  these 
examinations  I  have  given  my  personal  attention. 

One  of  the  most  important  of  the  examinations  here  alluded  to, 
was  directed  in  consequence  of  the  representations  made,  that  a 
route,  much  shorter  and  better  than  that  along  the  valley  of  the 
Potomac,  could  probably  be  found  from  Harper’s  Ferry  to  the 
mouth  of  Savage  river,  by  way  of  the  Green  Spring  and  Blooming 
Gaps,  Romney,  &c.  to  the  mouth  of  New  Creek  on  the  Potomac, 
and  thence  up  that  river  to  the  mouth  of  Savage. 

A  reconnoissance  of  this  route  was  made  by  Benjamin  H.  La- 
trobe,  engineer  of  location,  and  myself,  in  the  month  of  June  last; 
and  our  attention  was  directed  to  an  intersection  of  the  Potomac 
river  at  Cumberland,  as  well  as  at  Paddytown,  on  the  mouth  of 
New  Creek.  For  a  detail  of  this  examination,  I  must  refer  to  our 
report,  dated  the  30th  day  of  June  last. 

Previous  to  the  examination  just  now  mentioned,  and  in  the 
months  of  May  and  June  last,  I  examined  a  route  from  Waynes- 
burg,  on  the  South  Fork  of  Ten  Mile  Creek,  to  Uniontown,  and 
thence  to  Redstone  Creek  at  the  mouth  of  Lick  Run.  This  route 
crossed  the  Monongahela  river  at  the  mouth  of  Little  Whitely 
Creek,  and  traversed  the  valleys  of  Muddy  Creek  and  Brown’s 


18 


run,  respectively.  Although  it  was  evident,  that  the  high  grades, 
and  possibly  the  expense  of  construction  upon  this  line,  would 
be  objectionable,  yet  the  probability  of  curtailing  several  miles 
of  distance,  rendered,  in  my  view,  a  more  exact  survey  expe¬ 
dient;  and  John  D.  Steele,  Jr.,  who  assisted  me  in  this  exami¬ 
nation,  was  subsequently  directed,  by  B.  H.  Latrobe,  to  em¬ 
ploy  his  party,  then  in  that  vicinity,  to  execute  the  survey,  from 
the  results  of  Avhich,  we  shall  be  enabled  to  determine  the  com¬ 
parative  claims  of  this  route. 

In  the  month  of  August,  B.  H.  Latrobe  and  myself  examined  a 
route  by  Cheat  river  and  the  Monongahela,  from  the  mouth  of 
Ten  hide  creek  on  the  latter,  to  that  of  Sandy  creek  on  the  for¬ 
mer;  thence  up  this  creek,  and  by  Little  Sandy  creek,  and  West¬ 
ern  Muddy  creek,  to  the  summit  of  Briery  Mountain,  thence 
through  the  Pine  Swamp  and  by  the  Eastern  Muddy  creek 
through  Snaggy  Mountain  to  the  Youghiogeny  river,  thence  cross¬ 
ing  the  same  at  the  Swallow  Falls,  and  passing  up  Deep  creek 
to  an  intersection  of  the  other  route  at  the  mouth  of  Buffalo  Marsh 
Run.  Upon  a  due  consideration  of  all  the  circumstances  connect¬ 
ed  with  this  route,  and  that  by  the  North  Branch,  Savage  river 
and  Crabb  Tree  creek,  we  resolved  to  make  an  instrumental  sur¬ 
vey  of  it,  which  has  since  been  completed.  Speculation,  there¬ 
fore,  in  relation  to  this  route,  as  well  as  others,  will  be  made  to 
give  place  to  conclusions  founded  upon  undeniable  results. 

Within  the  present  month,  and  in  accordance  with  instructions 
to  do  so,  the  country  upon  the  Ohio  river  between  Wheeling  and 
Elizabethtown  was  examined  to  ascertain  its  adaptation  for  the 
route  of  a  rail  road ;  and  a  route  by  the  North  Fork  of  Grave 
creek  was  likewise  examined,  with  a  view  to  see  if  an  improved 
line  could  be  had  in  that  direction  to  Wheeling  creek,  from  whence 
a  connexion  with  the  lines  surveyed  could  be  made.  These  ex¬ 
aminations  were  made  by  B.  H.  Latrobe  and  myself,  accompanied 
by  John  D.  Steele,  Jr.,  subsequently,  and  upon  his  return  to  this 
city,  B.  H.  Latrobe,  in  company  with  Henry  R.  Hazlehuist,  ex¬ 
amined  the  country  in  the  vicinity  of  the  town  of  Bath,  in  Virginia, 
to  ascertain  if  it  afforded  an  improvement  upon  the  river  line,  be¬ 
tween  the  North  Mountain  and  Cumberland. 

It  is  believed  that  the  field  operations  have  been  extended  so 
widely  as  to  prevent  the  possibility  of  error  in  the  final  selection 
of  the  route  across  the  Alleghanies,  whilst,  if  they  had  been  nar¬ 
rowed,  an  inferior  line  might  possibly  have  been  adopted. 

The  following  statements  will  show  the  route  surveyed,  and  the 
field  work  performed,  in  the  year  1836,  before  and  after  the  1st  of 
October,  as  well  as  that  done  in  the  present  year.  Four  parties 
were  organised  and  sent  into  the  field  in  pursuance  of  the  order 
of  the  board  of  the  5th  of  April,  1836,  to  operate  between  a  point 
near  Harper’s  Ferry  and  Casselman’s  river,  where  it  is  about  six 
miles  west  of  the  summit  of  the  Alleghany  mountain. 
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The  following  are  the  surveys  made  in  1836,  befoi'e  I5/  October,  viz  : 

1.  A  route  from  Knoxville,  (4  miles  below  Harper’s  Ferry)  to 
the  narrows  of  the  North  Mountain,  by  way  of  Boonsborough  and 
Hagerstown. 

2.  A  route  between  the  same  points,  by  the  valley  of  the  Poto¬ 
mac  river  and  Williamsport. 

3.  A  route  from  the  North  Mountain  to  Cumberland,  passing  on 
the  Maryland  side  of  the  river,  and  for  twent}^  miles  of  the  dis¬ 
tance,  consisting  of  two  routes,  the  one  in  the  Potomac  valley,  and 
the  other  leading  through  certain  mountain  passes,  from  the  mouth 
of  Fifteen  Mile  Creek  to  Old  Town. 

4.  A  route  from  Cumberland  to  Casselman’s  river  above  men¬ 
tioned,  by  the  slopes  of  Wills’  creek,  Laurel  run,  Albright’s  farm, 
and  Flaugherty  creek,  at  a  grade  not  to  exceed  fifty  feet  to  the 
mile. 

5.  A  route  between  the  same  points,  laid  upon  the  slopes  of 
Jennings’  run,  Albright’s  farm  and  Flaugherty  creek,  at  a  grade  of 
ninety- two  feet  per  mile,  with  a  tunnel  through  Savage  Mountain 
of  about  three  fourths  of  a  mile  in  length — and,  as  an  alternative 
to  avoid  the  tunnel,  a  route  in  connexion  with  this,  was  traced  over 
the  same  mountain  at  the  Cranberry  Swamp,  and  also  by  Reiber’s 
farm,  at  a  grade  of  ninety-two  feet  per  mile. 

6.  A  route  between  the  same  points,  and  likewise  at  a  grade  of 
ninet3^-two  feet  per  mile,  ascending  by  the  slopes  of  Glatten’s  run, 
and  to  pass  the  Savage  jMountain  by  the  same  tunnel,  or  by  the  al¬ 
ternative  routes  over  the  summit,  just  mentioned. 

7.  Partial  surveys  of  a  route  by  the  valley  of  Will’s  creek,  Scaf¬ 
fold  camp  run,  the  Sand  Patch  and  Flaugherty  creek,  and  to  con¬ 
nect  the  same  respective  points  at  Cumberland,  and  upon  Cassel¬ 
man’s  river,  with  grades  not  to  exceed  sixty-six  feet  per  mile. 

8.  Partial  surveys  of  a  route  across  Parr’s  spring  ridge,  with  a 
view  to  the  use  of  locomotive,  instead  of  stationary  engines. 

Surveys  of  1836,  after  the  \st  of  October. 

1.  The  completion  of  the  survey's  upon  the  route  above  mention¬ 
ed,  by  the  valley  of  Wills’  creek.  Scaffold  camp  run,  the  Sand 
Patch  and  Flaugherty  creek,  and  extending  from  Cumberland  to 
Casselman’s  river,  at  a  grade  not  to  exceed  sixt^'-six  feet  to  the 
mile. 

2.  The  completion  of  the  surveys  of  the  new  route  across  Parr’s 
ridge,  at  a  grade  not  exceeding  seventy  feet  to  the  mile,  requiring 
six  miles  of  new  road,  and  increasing  the  length  two-thirds  of  a 
mile  beyond  that  of  the  present  rail  road. 

3.  A  route  from  the  city  of  Wheeling,  passing  up  Wheeling 
creek  twenty-two  and  a  half  miles  to  the  state,  line  between 
Virginia  and  Pennsylvania  ;  and  thence,  in  the  latter  named  state, 
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and  ascending  the  same  stream  and  its  branches,  to  several  sum¬ 
mits  upon  the  ridge  dividing  the  same  from  the  waters  of  Ten  Mile 
creek,  a  tributary  of  the  Monongahela  river,  altogether  involving 
distances  amounting  to  seventy-five  and  a  half  miles. 

4.  A  route  upon  the  Virginia  side  of  the  Potomac,  from  the 
North  Mountain  to  Cumberland. 

The  entire  surveys  of  the  year  1836,  inclusive  of  the  collateral 
lines,  amounted  to  a  length  of  about  six  hundred  and  seventy- 
eight  miles. 

The  estimates  of  the  probable  cost  of  the  construction  of  the 
new  rail  road,  upon  the  route  surveyed,  as  aforesaid,  across  Parr’s 
ridge ;  and  of  the  twenty-two  and  a  half  miles  of  route  in  Virginia, 
between  Wheeling  and  the  Pennsylvania  line,  were  made  during 
the  last  winter,  and  reported  to  the  board. 

The  surveys  of  1837,  with  five  parties  in  the  field. 

1.  A  route  on  the  Virginia  side  of  the  Potomac,  from  Harper’s 
Ferry  to  that  river  at  the  North  Mountain,  and  which  is  traced  by 
the  ravines  of  Elk  run,  Tuscarora  creek  and  Talasses  branch,  and 
by  the  town  of  Martinsburgh  in  Berkley  county.  In  connexion 
wfith  this  route,  a  line  was  surveyed  from  Harper’s  Ferry,  up  the 
Virginia  side  of  the  river,  and  across  the  same,  and  intersecting 
the  line  upon  the  Maryland  side,  as  surveyed  the  previous  year. 
And  likewise  a  line  from  Harper’s  Ferry,  coincident  with  the  Win¬ 
chester  and  Potomac  rail  road,  six  miles  to  Halltown,  and  thence 
about  five  miles  more,  to  the  route  before  mentioned,  on  Elk  run. 
The  surveys  here  described,  taken  in  connexion  with  those  of  the 
previous  year,  complete  a  route  upon  the  Virginia  side  of  the  Po¬ 
tomac  river,  from  Harper’s  Ferry  to  Cumberland. 

it.  A  route  from  the  Baltimore  and  Ohio  rail  road,  at  the  mouth 
the  Little  Catoctin  creek,  through  a  portion  of  the  Middletown  val¬ 
ley,  and  across  the  South  Mountain  by  a  tunnel  to  the  Boonsbo- 
rough  route,  previously  mentioned,  at  the  summit  and  head  of  Is¬ 
rael’s  creek. 

And  the  following  routes  west  of  Cumherland. 

3.  A  route  from  the  mouth  of  Flaugherty  creek,  at  Myers’  mills, 
(in  continuation  of  the  routes  by  Wills’  creek,  &c.,  from  Cumber¬ 
land,  surveyed  in  1836,)  descending  Casselman’s  river  to  Turkey 
foot,  and  thence  down  the  Youghiogheny  river  to  a  point  near 
Connelsville,  and  across  the  divide  by  the  drains  of  Dunbar  creek, 
or  by  Mill  run,  tributaries  of  the  said  river,  and  by  those  of  Shute’s 
run.  Lick  run,  Rankin’s  run,  or  by  Craig’s  and  Boland’s  runs  to  Red¬ 
stone  creek,  and  down  the  latter  stream  to  the  Monongahela  river, 
near  Brownsvile  :  thence  up  that  river  to  the  mouth  of  Ten  Mile 
creek,  and  thence  up  that  creek  to  the  summit  of  the  ridge  dividing 
its  waters  from  those  of  Wheeling  creek.  In  running  this  route  it 
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was  found  necessary  to  trace  lines  along  the  ravines  of  both  the 
North  and  South  branches  of  Ten  Mile  Creek,  as  well  as  by  seve¬ 
ral  of  their  tributaries,  heading  and  interlocking  with  drains  of 
Wheeling  creek ;  and  with  surveys  previously  made,  completing 
the  trace  of  the  entire  route  to  Wheeling. 

4.  A  route  from  Connellsville  to  the  city  of  Pittsburg,  passing 
dowm  the  immediate  vallies  of  the  Youghiogheny  and  the  Monon- 
gahela  rivers. 

5.  A  route  down  the  Monongahela  river,  from  the  mouth  of 
Redstone  creek  to  the  city  of  Pittsburg. 

6.  A  route  from  Cumberland  to  Turkey  foot  by  w^ay  of  the  North 
Branch  of  Potomac,  and  its  slopes,  and  by  those  of  Savage  river 
and  Crab  Tree  creek,  to  the  summit  of  the  Little  Back  Bone 
Mountain,  and  thence  through  the  glades  of  Deep  creek,  and  by 
Buffalo  Marsh  run,  Bear  creek,  and  Youghiogheny  river. 

7.  A  route  leaving  the  latter  upon  Deep  creek,  at  the  mouth  of 
Buffalo  Marsh  run,  passing  down  Deep  creek,  crossing  the  Yough¬ 
iogheny  river  at  the  Swallow  falls,  thence  up  Muddy  creek  to  the 
Pine  Swamp  and  across  the  Briery  Mountain,  to  the  drains  of  Wes¬ 
tern  Muddy  creek,  and  thence  dowui  the  slopes  of  the  same  and 
of  Little  Sandy  creek,  and  by  Big  Sandy  creek  to  Cheat  river,  and 
down  this  river  and  the  Monongahela  to  the  mouth  of  Ten  Mile 
creek  before  mentioned. 

8.  A  route  from  the  mouth  of  Lick  run  on  Redstone  creek, 
thence  by  Uniontown,  and  by  Coallick  run,  Browm’s  run.  Little 
Whitely  creek.  Muddy  creek  and  Laurel  run  to  the  town  of 
Waynesburg,  on  the  south  fork  of  Ten  Mile  creek  aforesaid. 

Upon  the  routes  surveyed  no  higher  grade  than  66  feet  per  mile 
has  been  employed,  if  we  except  the  two  routes  across  Savage 
Mountain,  traced  upon  the  slopes  of  Jennings’  and  Glatten’s  runs, 
and  some  of  the  connexions  across  the  ridge  between  Ten  Mile 
and  Wheeling  creeks,  w^here  80  feet  and  even  92  feet  to  the  mile 
appear  to  be  necessary.  At  the  same  time,  the  results  will  show 
the  entire  practicability  of  passing  that  ridge  upon  one  of  the 
routes  with  a  grade  of  only  about  50  feet  per  mile. 

The  entire  distance  surveyed  by  the  five  parties  in  the  present 
year,  is  about  800  miles,  and  with  that  of  1838,  amounts  to  a  total 
of  1478  miles,  of  which  about  1269  miles  wall  be  shown  upon  the 
maps  now  in  preparation. 

For  further  information  relating  to  these  surveys,  and  the  par¬ 
ties  that  executed  them,  I  must  refer  to  the  report  of  this  date, 
made  by  Benj.  H.  Latrobe,  Engineer  of  Location  and  Construc- 
•  tion. 

It  is  believed  that  a  full  report  upon  all  the  routes  surveyed  be¬ 
tween  the  rail  road  near  Harper’s  Ferry  and  the  Ohio  at  Wheeling 
and  Pittsburg,  will  be  made  in  the  coming  month  of  December, 
which  report  will  embrace  the  estimates  of  the  probable  cost  of 
construction,  together  with  such  other  requisite  and  appropriate  in- 


22 


formation,  as  will  be  useful  and  necessary  in  deciding  upon  the 
merits  of  the  respective  routes.  Until  this  contemplated  report 
shall  be  made,  it  will  be  premature  to  offer  any  observations  rela¬ 
tive  to  the  distances,  or  other  qualities  of  any  of  the  routes. — At 
the  same  time,  it  may  be  proper  to  say,  that  the  entire  practicabil¬ 
ity  of  constructing  a  rail  road,  suited  to  the  employment  of  loco¬ 
motive  engines,  from  Harper’s  Ferry  to  the  Ohio,  across  the  Alle- 
ghanies,  will  be  demonstrated. 

The  instructions  given  to  me  upon  the  subject  of  procuring  the 
right  of  way  of  the  Baltimore  and  Ohio  rail  road  through  the  lands 
of  the  many  proprietors  situated  upon  the  lands  surveyed,  have 
been,  and  are  being,  attended  to  with  all  the  vigilance  due  to  the 
case,  and  of  which  my  several  duties  would  allow.  And  I  am 
gratified  to  believe  that  the  free  grants  to  the  company  under  this 
head  will  be  both  numerous  and  valuable. 

Respectfully  submitted, 

J.  KNIGHT, 

Chief  Engineer  Balt,  and  Ohio  Rail  Road. 

Note. — In  relation  to  the  subject  of  motive  power  and  machinery,  I 
have,  on  the  present  occasion,  nothing  further  to  add,  than  to  correct  an 
error  in  my  last  annual  report,  whei*ein  the  lever  of  the  safety  valve  of 
the  locomotive  engine,  was  taken  at  18  inches,  instead  of  20  inches  in 
length;  by  which  means,  the  pressure  of  steam  in  the  boiler  was  under¬ 
rated  one-ninth  part  of  the  whole,  or  about  7  lbs.  to  the  square  inch: 
and  this  nunrber  should  be  added  to  the  numbers  in  the  seventh  column 
of  the  table,  at  pages  49  and  50  of  the  tenth  annual  report,  to  produce 
correct  results  as  to  the  pressure  of  steam.  It  may  be  observed,  how¬ 
ever,  that  this  error  does  not  affect  the  truth  or  accuracy  of  either  the 
experimental  or  theoretical  results  of  the  work  done,  or  to  be  done,  by 
the  engine.  At  the  same  lime,  it  indicates  a  loss  of  effective  power,  but 
for  which,  the  experimental  results  would  have  been  greater. 

The  cause  of  this  loss  of  power  may  be  principally  owing  to  the  im¬ 
perfect  exhaustion  of  the  steam  in  the  cylinders,  from  the  resistance  to 
its  escape  offered  by  the  fan-wheel,  or  blowing  apparatus,  which  is  driven 
by  the  waste  steam  :  an  opinion  confirmed  by  a  fact  stated  of  one  of  the 
engines  of  this  construction;  that  is,  that  a  very  sensible  increase  of  ef¬ 
fective  power  was  experienced,  upon  letting  the  waste  steam  escape 
freely,  whilst  the  fan-wheel  was  driven  by  means  of  a  different  contri¬ 
vance  for  the  purpose  not  liable  to  the  same  objection,  and  the  engine 
thereby  improved.  J.  K. 
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Engineer’s  Office,  Baltimore  and  Ohio  Rail  Road, 

Baltimore,  October  Slsf,  1837. 

To  Louis  McLane,  Esquire, 

President  Baltimore  and  Ohio  Rail  Road  Company. 

Sir, — I  beg  leave,  as  Engineer  of  location  and  construction, 
to  present  the  following  annual  report  of  the  operations  of  the  de¬ 
partments  committed  to  my  direction.  On  the  1st  of  October, 
1836,  1  had  the  honor  to  present  a  report  of  the  progress  of  the 
surveys  for  the  westward  extension  of  the  Baltimore  and  Ohio 
Rail  Road  to  that  date,  w'hich  was  appended  to  the  tenth  annual 
report  of  the  President  and  Directors  to  the  stockholders,  and 
which,  although  the  surve5’'s  were  very  incomplete,  went  into  de¬ 
tailed  accounts  of  their  partial  results.  1  have  now  the  pleasure 
of  announcing  the  entire  completion  of  the  preliminary  surveys; 
but  in  consequence  of  the  shortness  of  the  time  allowed  me  to 
prepare  this  report  for  annexation  to  the  eleventh  annual  report  of 
the  President  and  Directors,  I  shall  be  able  at  present  to  give  but 
a  brief  and  general  description  of  what  has  been  accomplished 
since  the  date  of  my  report  above  referred  to.  The  entire  occu¬ 
pation  of  my  time,  during  the  six  weeks  preceding  my  return  to 
Baltimore  on  this  day,  in  visiting  the  different  parties  employed  in 
the  surveys,  and  in  directing  and  reviewing  their  operations  which 
have  just  terminated,  must  account  for  the  brevity  of  this  com¬ 
munication,  which  shall,  in  the  shortest  practicable  time,  be  fol¬ 
lowed  by  a  full  report  of  the  results,  in  every  particular,  of  the 
entire  body  of  experimental  surveys,  whose  completion  is  now 
announced. 

Briefly  recapitulating  the  information  contained  in  my  report  of 
October  1st,  1836,  I  would  observe  that  in  the  months  of  April 
and  May  of  that  year,  four  parties  were  organized  and  sent  into 
the  field,  to  execute  surveys  of  the  various  practicable  routes  for 
the  rail  road,  between  its  present  termination  near  Harper’s  Ferry, 
and  the  summit  of  the  Alleghany  range,  dividing  the  waters  of 
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the  Potomac  and  Ohio.  Three  of  these  parties,  under  the  di¬ 
rection  of  Messrs.  Swann,  Hazlehurst  and  Morris,  continued  un¬ 
interruptedly  engaged  between  those  points  until  near  the  end 
of  December  in  the  same  year.  The  fourth,  under  the  direction 
of  J.  D.  Steele,  Jr.  was  compelled  to  discontinue  its  labors  on  ac¬ 
count  of  sickness  contracted  in  the  Potomac  valley,  in  the  month 
of  August,  by  which  cause  its  operations  were  suspended  for  some 
weeks,  and  its  return  to  that  field  of  duty  prevented.  By  the 
joint  labors  of  these  four  brigades,  surveys  were  made  of  a  number 
of  lines,  embracing  an  aggregate  distance  of  four  hundred  and 
eighty  miles,  between  Knoxville,  on  the  Baltimore  and  Ohio  rail 
road,  four  and  a  half  miles  below  Harper’s  Ferry,  and  the  mouth 
of  Blue  Lick  run  on  Casselman’s  river,  about  six  miles  west  of  the 
main  Alleghany  divide. 

The  lines  thus  traced,  constituted  the  following  routes,  covering 
ditferent  portions  of  the  entire  distance — A  route  from  Knoxville 
to  the  narrows  of  the  North  mountain  on  the  Potomac  river,  by 
Boonsborough  aud  Hagerstown.  A  route  between  the  same  points 
by  way  of  the  Potomac  valley  and  Williamsport.  A  route  from 
the  North  mountain  to  Cumberland,  pursuing  the  Maryland  shore 
of  the  Potomac  river,  and  varied  for  twenty  miles  of  the  distance 
by  a  line  crossing  the  country  from  the  mouth  of  Fifteen  Mile 
creek,  by  the  drains  of  that  creek  and  Town  creek  to  Old  Town, 
sixteen  miles  below  Cumberland.  A  route  from  the  North  moun¬ 
tain  to  Cumberland,  on  the  Virginia  shore  of  the  Potomac.  A 
route  from  Cumberland  to  the  mouth  of  Blue  Lick  above  mention¬ 
ed,  by  the  slopes  of  Wills’  creek  and  Laurel  run,  Albright’s  farm, 
and  the  valley  of  Flaugherty  creek,  at  a  grade  not  exceeding  fifty 
feet  per  mile.  A  route  between  the  same  points  by  the  slopes  of 
Jennings’  run,  Albright’s  and  Flaugherty,  at  a  grade  of  ninety-two 
feet  per  mile,  with  a  tunnel  through  Savage  mountain.  A  route 
between  the  same  points,  and  with  a  similar  grade,  by  the  slopes 
of  Gladden’s  run  and  the  same  tunnel.  A  route  by  the  valley  of 
Wills’  creek,  Scaffold  camp  run  and  Flaugherty  creek,  between 
the  same  points,  with  grades  not  exceeding  sixty- six  feet  per  mile. 

Such  were  the  surveys  of  1830,  between  the  points  above  de¬ 
signated,  and  distant  from  each  other,  upon  the  shortest  line  sur¬ 
veyed,  one  hundred  and  thirty-nine  miles. 

Tne  party  of  J.  D.  Steele,  Jr.,  whose  dispersion  by  sickness  in 
August,  1830,  has  been  noticed,  was,  after  its  re-organization  in 
the  following  October,  employed  in  a  survey  of  the  several  routes 
across  Parr’s  spring  ridge,  liaving  in  view  the  substitution  of  a  sys¬ 
tem  of  grades  suitable  for  locomotive  engines  for  the  inclined  planes 
at  that  place,  and  which  survey  resulted  in  demonstrating  the  ex¬ 
istence  of  a  route,  affording  a  grade  not  exceeding  seventy  feet  per 
mile,  which  was  considered  as  favorable  for  the  application  of  the 
desired  species  of  moving  power.  The  aggregate  length  of  line 
surveyed  was  twenty-two  and  a  half  miles,  the  points  between 
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which  the  surveys  were  included  being  about  six  miles  apart,  and 
the  increase  of  distance  upon  the  present  line  of  road  being  two- 
thirds  of  a  mile.  This  party  was,  in  the  month  of  November,  sent 
to  Wheeling,  Virginia,  for  the  purpose  of  making  a  survey  of  the 
part  of  the  route  of  the  Baltimore  and  Ohio  rail  road  to  the  Ohio, 
which  lay  between  that  city  and  the  ridge  dividing  the  waters  of 
Wheeling  creek  from  those  of  Ten  mile  creek.  This  service  was 
executed  by  the  close  of  December,  and  eventuated  in  the  exhibi¬ 
tion  of  a  very  favorable  line  of  road.  The  lines  surveyed  occupied 
the  valley  of  Wheeling  creek  and  some  of  its  tributaries,  making 
the  entire  length  of  the  survey  seventy-five  and  a  half  miles. 

The  field  operations  of  the  year  1836,  therefore,  exhibit  an  ex¬ 
tent  of  line  surveyed  of  five  hundred  and  seventy-eight  miles,  ex¬ 
clusive  of  many  collateral  lines,  amounting  to  probably  one  hun¬ 
dred  miles  more.  The  parties,  after  the  close  of  their  field  opera¬ 
tions,  returned  to  Baltimore,  where  such  of  the  assistant  engineers 
composing  them  were  retained,  as  were  required  to  conduct  the 
office  duties  of  drafting,  calculating  and  estimating  the  cost  of  the 
lines  surveyed,  in  which  duties  the  months  of  January,  February 
and  March  were  employed. 

The  estimate  of  the  cost  of  constructing  the  rail  road  within  the 
Virginia  territory,  between  the  western  boundary  of  Pennsylvania 
and  the  city  of  Wheeling,  upon  the  most  approved  line  surveyed 
along  Wheeling  creek,  was  on  the  17th  of  January,  1837,  reported 
to  the  board,  and  used  by  the  people  of  Wheeling  as  the  founda¬ 
tion  of  an  application  to  the  legislature  of  Virginia  for  funds  to  aid 
in  the  construction  of  the  part  of  the  road  referred  to.  The  esti¬ 
mate  of  the  cost  of  re-locating  the  road  at  Parr’s  spring  ridge, 
founded  on  the  survey  above  described,  was  also  reported  to  the 
board  on  March  1st  following. 

In  the  month  of  April,  1837, 1  received  instructions  to  re-organ¬ 
ize  the  field  operations  of  the  surveys,  with  such  a  number  of 
parties  as  would  insure  the  completion,  within  the  year,  of  the 
entire  system  of  surveys  necessary  to  cover  all  the  practicable 
routes  between  Harper’s  Ferry  on  the  Potomac,  and  Wheeling 
and  Pittsburg  on  the  Ohio,  so  as  to  furnish  to  the  board,  at  the 
earliest  date,  all  ^ the  information  necessary  to  enable  them  to  de¬ 
cide  satisfactorily  and  definitively  upon  the  entire  route  of  the  road 
between  those  termini. 

Having  recommended  the  employment  of  a  fifth  party,  in  addi¬ 
tion  to  the  four  sent  into  the  field  in  1836,  1  received  orders  to 
make  up  and  put  upon  duty  five  parties,  which  was  accordingly 
done,  and  the  whole  ground  so  divided  between  them  as  to  ensure 
the  greatest  despatch  and  efficiency  of  action.  The  party  of  H. 
R.  Hazlehurst  executed  the  following  surveys.  A  line  up  the 
Virginia  shore  of  the  Potomac,  from  Harper’s  Ferry  to  the  mouth 
of  Antietam  creek,  falling  in  at  that  point  with  the  line  upon  the 
Maryland  shore,  surveyed  the  previous  year.  A  line  by  way  of 
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Elk  run  and  Tuscarora  and  Talasses  branches,  passing  near  Mar- 
tinsburg,  the  county  town  of  Berkely  county,  Virginia,  and  re-en¬ 
tering  the  Potomac  valley  at  the  North  mountain  narrows.  A  line 
following  the  Winchester  and  Potomac  rail  road  from  Harper’s 
Ferry  to  Hall  town  six  miles,  and  thence,  in  five  miles  more  of 
distance,  falling  in  with  the  line  by  Elk  run,  &c.  just  mentioned. 
A  line  from  the  Baltimore  and  Ohio  rail  road  at  the  mouth  of  Lit¬ 
tle  Catoctin  creek,  up  the  Middletown  valley,  and  along  the  eastern 
slope  of  the  South  mountain,  and  through  that  mountain  by  a  tun¬ 
nel,  falling  into  the  route  by  Boonsborough  aud  Hagerstown,  at 
the  head  of  Israel’s  creek ;  these  several  lines  counting  a  total 
length  of  seventy-seven  miles.  This  party,  at  the  completion  of 
these  surveys,  removed  to  the  Deep  creek  glades  in  Alleghany 
county,  Maryland,  and  traced  a  line  from  the  Little  Back  Bone 
summit,  there  dividing  the  eastern  and  western  waters,  down 
North  glade  run  and  Deep  creek  to  the  mouth  of  Buffalo  marsh 
run,  thence  up  that  run  and  down  Bear  creek  and  the  Youghio- 
gheny  river,  to  the  triple  junction  of  Youghiogheny  and  Casselman’s 
rivers  with  Laurel  hill  creek,  known  by  the  name  of  Turkey  foot. 
After  finishing  this  survey,  a  line  was  run  by  this  party  from  the 
mouth  of  Buffalo  marsh  down  Deep  creek,  and  across  the  Yough¬ 
iogheny  at  the  Swallow  falls,  thence  up  Eastern  Muddy  creek  to 
the  neighborhood  of  the  Pine  swamp — the  two  last  lines  making 
a  distance  of  fifty-seven  miles. 

The  party  of  John  D.  Steele,  Jr.  continued  the  line  last  named 
from  and  through  the  Pine  swamp  westward  across  the  Briery 
mountain,  and  thence  downwards  by  the  slopes  of  the  western 
Muddy  creek  and  those  of  Little  and  Big  Sandy  creeks,  to  Cheat 
river,  near  the  mouth  of  Scott’s  run,  immediately  east  of  the  break 
of  Laurel  hill,  and  seventeen  miles  above  the  mouth  of  Cheat  river ; 
the  distance  on  this  line  being  thirty-three  miles.  This  party  also, 
surveyed  lines  by  the  north  and  south  forks  of  Ten  Mile  creek  and 
their  tributaries,  from  the  mouth  of  Redstone  creek,  near  Browns¬ 
ville,  to  the  ridge  dividing  the  waters  of  Ten  Mile  and  Wheeling 
creeks — these  lines  embracing  a  distance  of  ninety-nine  miles,  be¬ 
tween  which  ridge  and  the  Ohio,  the  same  party  had  executed  the 
surveys  in  1836,  already  described.  Lastly,  this  party  surveyed  the 
route  from  the  mouth  of  Lick  run,  on  Redstone  creek,  to  Waynes- 
burg,  on  the  south  fork  of  Ten  Mile  creek,  by  way  of  Coallick  run 
and  Uniontown,  Brown’s  run,  Little  Whitely  creek.  Muddy  creek 
and  Laurel  run,  a  distance  of  thirty-two  miles.  This  route  crosses 
the  Monongahela  at  the  mouth  of  Little  Whitely,  twelve  miles 
above  the  mouth  of  Ten  Mile  creek. 

The  party  of  0.  C.  Morris  surveyed  a  line  from  near  Myers’ 
mills  at  the  mouth  of  Flaugherty  creek,  down  Casselman’s  river 
to  its  mouth  at  Turkey  foot ;  and  thence  along  the  Youghiogheny 
river  to  the  mouth  of  Dunbar  creek,  near  Connellsville — a  distance 
of  fifty-eight  miles.  Westward  of  this  point  several  routes  were 
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traced  by  this  party,  across  the  ridge  dividing  the  Youghiogeny  from 
Red  stone  creek,  by  way  of  Dunbar  creek  and  Guest’s  run,  drains  of 
the  former,  and  thence  by  way  of  Rankin’s  run  and  Lick  run,  and 
Shutes’  run,  drains  of  the  latter — these  lines  being  continued  along 
the  valley  of  Redstone  to  the  Monongahela  at  its  mouth.  Also,  a 
line  from  the  mouth  of  Dunbar,  by  way  of  New  Haven,  opposite 
Connellsville,  and  the  valley  of  Mill  run,  a  drain  of  the  Youghio- 
gheny,  and  the  vallies  of  Craig’s  run  and  Boland’s  run,  drains  of 
Redstone — this  system  of  lines  across  the  ridge  just  mentioned, 
making  up  the  aggregate  number  of  ninety-six  miles. 

The  party  of  John  Blount  surveyed  a  line  from  the  mouth  of 
Dunbar  creek  down  the  Youghiogheny  river  to  its  mouth,  and  thence 
by  the  Monongahela  to  Pittsburg,  a  distance  of  sixty  miles.  A 
line  up  the  Monongahela  from  Pittsburg  to  the  mouth  of  Redstone 
creek,  a  distance  of  fifty-three  miles ;  and  a  line  along  the  Monon¬ 
gahela  and  Cheat  rivers  to  the  mouth  of  Scott’s  run,  to  a  junction 
with  J.  D.  Steele’s  line,  a  distance  of  forty  miles. 

The  party  of  John  Small,  Jr.  surveyed  a  line  up  the  North 
Branch  of  Potomac  to  Westernport,  at  the  mouth  of  George’s 
creek,  making  twenty-seven  miles  of  distance.  Also,  aline  from 
the  summit  of  the  Little  Back  Bone  mountain  westward  to  the 
mouth  of  North  Glade  run,  along  the  Green  Glades,  and  eastward 
down  the  slopes  of  Crab  Tree  creek.  Savage  river,  and  the  North 
Branch  of  Potomac  to  Westernport,  a  distance  of  thirty-one  and  a 
half  miles.  This  party  also  traced  some  experimental  lines  from 
the  summit  eastward  down  the  ravine  of  Middle  Fork  run,  a  tri¬ 
butary  of  Crab  Tree  creek,  which  after  being  extended  to  an  ag¬ 
gregate  distance  of  eighteen  miles,  had  to  be  abandoned  as  imprac¬ 
ticable.  Other  lines  to  the  extent  of  ten  miles  were  also  run  by 
this  party. 

In  the  execution  of  the  above  described  surveys,  (made  during 
the  present  year,)  a  total  distance  of  six  hundred  and  ninety-one 
miles  has  been  passed  over,  to  which,  in  collateral  lines,  at  least 
enough  to  make  up  eight  hundred  miles  should  be  added.  The 
aggregate  distance  embraced  by  the  surveys  of  the  years  1836  and 
1837,  is  fourteen  hundred  and  seventy-eight  miles,  twelve  hun¬ 
dred  and  sixty-nine  of  which  will  be  exhibited  upon  the  general 
map  now  in  preparation.  One-third  at  least  of  this  distance  con¬ 
sists  of  lines  lying  upon  high  and  steep  mountain  slopes,  generally 
covered  wdth  loose  rocks,  and  clothed  with  a  thick  forest,  or  in  the 
beds  of  narrow  ravines,  overgrown  with  dense  thickets  of  laurel. 

It  is  necessary  to  make  this  observation,  that  the  difficulties  and 
causes  of  delay  attending  these  surveys  may  be  duly  appreciated. 
The  mountain  lines  were  generally  run  at  some  assumed  and  uni¬ 
form  grade,  and  their  survey  was  therefore  necessarily  slow.  All 
the  lines  surveyed  have  been  traced  wfith  sufficient  care  to  justify 
their  use  as  the  basis  of  an  estimate  of  cost,  which,  it  is  believed, 
will  closely  approach  the  truth. 
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The  calculations  of  the  quantities  of  excavation  and  embank¬ 
ment,  masonry  and  wood  work,  as  well  as  rough  drafts  of  the  hori¬ 
zontal  and  vertical  projections  of  the  lines,  have  been  carried  on 
as  nearly  abreast  of  the  surveys  as  practicable.  Some  office  work 
still  remains  to  be  done,  however,  to  furnish  all  the  materials  for 
the  estimate  of  cost  upon  every  line.  The  report  embracing  every 
detail  relating  to  the  surveys,  which  will  be  necessary  to  a  selec¬ 
tion  of  the  preferable  route,  and  to  the  determination  of  the  sum 
demanded  for  the  construction  of  the  entire  line  of  railway  upon 
that  route,  will,  it  is  confidently  hoped,  be  ready  to  be  submitted 
to  the  board  in  the  coming  month  of  December. 

I  have  thus,  with  the  brevity  required  by  the  shortness  of  the 
time  allowed  me,  described  the  condition  of  one  of  the  depart¬ 
ments,  that  of  surveys,  committed  to  my  direction.  A  few  re¬ 
marks,  in  addition,  will  be  sufficient  to  exhibit  what  has  been  done 
under  my  superintendence  in  the  department  of  construction  dur¬ 
ing  the  past  year. 

The  two  depot  lots  at  the  city  block  having  been  in  the  fall  of 
1836  fenced  in  and  prepared  for  improvement  and  use,  under  the 
conditions  attached  to  their  donation  by  the  city,  I  was  directed  to 
cause  a  set  of  railway  tracks  to  be  laid  along  Aliceanna  street,  from 
its  intersection  with  President  street,  and  into  and  around  the  lots 
in  question,  lying  between  Exeter  and  Canal  streets,  the  southern 
one  fronting  on  the  inner  basin.  These  tracks  were  accordingly 
laid  down  in  a  substantial  manner  by  Aler  &  Hay,  the  contractors, 
whose  proposal  for  the  work  was  the  most  advantageous.  The  ma¬ 
terials  of  the  track  consisted  of  a  string  piece  of  white  oak,  four 
inches  wide  by  nine  deep,  supported  by  cast  iron  chairs,  upon 
flatted  sleepers  of  locust  and  cedar,  themselves  bearing  upon  an 
under  sill  of  ash  timber ;  the  string  piece  protected  by  the  plate 
rail  two  inches  by  half  an  inch.  The  set  of  tracks  embrace  five 
curs^ed  ways  of  sixty  feet  radius,  one  turnout,  and  fifteen  hundred 
and  seventy  feet  of  straight  track. 

Another  work  executed  under  my  direction,  has  been  the  laying 
of  the  system  of  tracks  within  the  joint  passenger  depot  building 
on  Pratt  street,  which  work  has  been  also  performed  by  Messrs. 
Aler  &  Hay,  whose  experience  in  this  description  of  work,  recom¬ 
mended  them  as  the  fittest  persons  to  be  employed  in  a  case  where 
nice  mechanical  skill  was  particularly  wanted.  They  have  done 
this  part  of  the  work,  as  well  as  superintended  the  paving  of  the 
floor  of  the  building,  in  a  workmanlike  and  satisfactory  manner. 

The  third  work  carried  on  under  my  supervision,  has  been  the 
completion  and  repair  of  the  Harper’s  Ferry  Viaduct,  and  some 
walling  and  rail  laying  appurtenant  thereto.  The  history  of  this 
important  structure,  and  the  causes  of  the  imperfections  which  it 
has  exhibited,  are  well  known  to  you,  and  need  not  be  more  than 
alluded  to.  The  weakness  of  the  stone  piers,  built  previous  to 
my  appointment  as  superintendant  of  the  work,  exhibited  itself  as 
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soon  thereafter  as  the  superstructure  was  placed  upon  them.  The 
causes  of,  and  most  appropriate  remedy  for  their  defects  having 
undergone  a  thorough  investigation  and  consideration,  a  plan  of 
securing  the  foundations  and  repairing  the  upper  portions  of  the 
piers  was  matured,  and  its  execution  committed  to  my  charge.  A 
contract  was  accordingly  entered  into,  under  the  sanction  of  the 
board,  with  Lewis  Wernwag  and  William  Lester;  the  foundation 
work  and  trusselling  of  the  arches  being  assigned  to  the  former, 
while  the  re-building  of  the  defective  parts  of  the  piers  was  allot¬ 
ted  to  the  latter.  Both  these  parts  of  the  work  were  proceeding 
with  satisfactory  speed  ;  the  trussels  were  framed  ready  for  use, 
the  foundation  masonry  was  well  advanced,  and  the  dressed  stone 
for  the  repairs  of  the  piers  was  in  process  of  speedy  preparation. 
The  viaduct  in  the  mean  time,  however,  appearing  to  endure  with 
less  apparent  injury  than  had  been  looked  for,  the  action  of  the 
travel  upon  it,  which  had  never  been  suspended,  though  cautious¬ 
ly  conducted,  and  the  season  having  arrived  during  which  freshets 
in  the  rivers  at  the  immediate  confluence  of  which  the  bridge  was 
situated,  might  be  expected,  and  the  occurrence  of  which  would 
have  endangered  the  superstructure  while  depending  on  the  trus¬ 
sels  for  support, — the  board,  at  their  meeting  on  October  4th,  de¬ 
termined  to  postpone  until  the  ensuing  spring  the  proposed  repairs 
of  the  upper  parts  of  the  defective  piers,  proceeding,  however, 
with  the  stone  work  for  the  security  of  their  foundations,  which 
work  was  completed  about  the  middle  of  this  month,  in  the  most 
satisfactory  manner,  and  places  the  foundations  of  the  piers,  it  is 
believed,  beyond  the  reach  of  future  injury  by  the  operations  of 
the  currents  of  the  rivers.  The  wooden  superstructure  of  the 
bridge  has  justified  the  confidence  entertained,  in  the  excellence 
of  its  principle  of  construction,  the  only  weakness  which  it  has 
exhibited,  being  shown  by  three  of  the  timbers  supporting  a  part 
of  the  flooring,  which  cracked  during  the  passage  of  one  of  the 
trains.  The  recurrence  of  such  a  fracture,  caused  by  an  acciden¬ 
tal  imperfection  in  one  of  the  timbers  which  failed,  will  be  eflec- 
tually  prevented  by  the  proposed  immediate  introduction  of  an  ad¬ 
ditional  timber  between  each  of  those  upon  which  the  floor  and 
tracks  depend  for  their  support.  The  eastern  arch  of  the  viaduct, 
which  spans  the  Chesapeake  and  Ohio  Canal,  is  now  weather- 
boarded  and  roofed.  The  weatherboarding  of  the  remaining 
arches  of  the  viaduct,  has  been  of  necessity  postponed,  until  the 
repairs  of  its  masonry  were  accomplished,  and  will  suffer  now 
only  an  additional  delay  of  three  or  four  months,  at  a  season  when 
wood  sufiers  the  least  from  exposure  to  the  weather. 

”  All  of  which  is  respectfully  submitted, 

BENJ.  H.  LATROBE, 
Engineer  of  Location  and  Construction. 
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